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This research project aims to find out if the city of Toowoomba (1.5 hours inland from 
Brisbane in Queensland) can be changed into a ‘pedestrian’ city similar to Copenhagen 
and other cities which have already pedestrianised. Toowoomba has started, in the last 
few years, to experience slower travel times through the CBD area combined with less 
pedestrian activity. This project determines if the pedestrianisation of inner city 
Toowoomba is really the cure to the current problems. 
Surveys were taken that included pedestrian and vehicular traffic to ensure that the 
information used was of a current ‘snapshot’ of the city centre. Business owners and 
shoppers were also spoken to in another separate survey to gauge public reaction about 
the proposal. 
Other forms of reducing the city centre congestion will also be looked at to assess their 
effectiveness and could also be applied to Toowoomba. These include the provision of 
Park and Ride terminals and more effective public transport. 
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1.0 Introduction 
 
This project aims to establish whether a city like Toowoomba could be converted into a 
‘Pedestrian City’ through the utilisation of various ‘pedestrianisation’ techniques. The 
idea has proven successful overseas but I will be investigating whether it would be a 
viable option in a smaller city like Toowoomba. 
The following are some of the things that I hope to achieve with the completion of this 
project. 
I am going to investigate other towns / cities around the world have pedestrianised their 
town centres while also taking into account their populations and comparing them to 
Toowoomba. By gauging the size of cities that have successfully pedestrianised their 
city centres it should hopefully give more of a level playing field to compare directly 
against. 
Different methods & strategies will be investigated to see which ones most suit 
Toowoomba and its CBD. I am hoping that some of their strategies that have been used 
elsewhere can be applied in Toowoomba. No doubt these strategies would at least 
require some modification to suit as no city situation is exactly similar. To assume that 
the exact strategies could be used is absurd.    
The CBD area will be mapped to show various larger facilities and the amount of 
people that can congregate there (e.g. shopping centre, theatre etc). These figures will 
be approximate only; they will also be of the worst case scenario where every one of 
those facilities is full. This will condition will not happen all at the same time. 
There will also be pedestrian counts conducted at some larger crossings in order to 
gauge how many people use that crossing throughout the day as well as looking into 
pedestrian phase times. Being able to narrow down where most of the people already 
congregate in the current city centre BEFORE any pedestrianisation plans are suggested 
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is always worthwhile knowing so that in the future you can see if the program has been 
a success or not. 
Analyse the effects pedestrianisation would have on the CBD such as parking loss and 
revenue effect. This is going to be one of the harder things to deal with on the project. 
Shopkeepers in the CBD will be understandably worried about their revenue and lively 
hoods. One of the obvious questions at this point in time is, if no cars are allowing the 
CBD after pedestrianisation, what will happen to them? They will obviously be 
displaced to another part of the city; the most likely area will be the immediate area 
surrounding the CBD that has been pedestrianised. Once I get more underway with the 
research it will make it easier to come to informed decisions. 
The effects of pedestrianisation around commercial properties and also the effects to 
service vehicles in the pedestrianised area need to be carefully looked into. The best 
outcome to hope for if the CBD of Toowoomba is pedestrianised is the return of people 
to the cities CBD to do their shopping thus bringing more business & services into the 
CBD. One thing to think of is refuse collection once the centre is pedestrianised. If car’s 
are not allowed in how will trucks and service vehicles (stock replenishment for stores) 
easily continue to service these areas? 
I would honestly like to see the pedestrianisation of at least some of the CBD go ahead 
but I am aware that it will be very hard. It is no secret the Australians love their cars, 
trying to convince them that they have to park a few blocks away and walk to where 
they are going is going to be met with fierce resistance. Due to the fact that people will 
not want to walk too far to get to their destination; shopkeepers may be under the 
impression that their business may slump and thus have trouble repaying debts (and all 
the other flow on effects – e.g. shelf life of stock etc). 
If parking is pushed out of the city centre all those cars are going to have to be moved to 
another part of the city but still remain in the same area so that people can still go about 
their business fairly easily. If all the parks in the city centre are removed these cars will 
be displaced elsewhere. For example, Margaret St, between Victoria and Ruthven St’s 
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will have approximately 45 parking spaces removed. Over just the inner portion of the 
CBD this will equate to hundreds of cars being forced to park elsewhere. 
The only solution that I can see is to provide additional parking elsewhere within the 
CBD to cope with the cars that have been displaced. Where the extra people will park is 
currently undecided at this stage. 
If the city centre is closed off to all traffic how will the refuse be collected from the 
CBD? Stores will continue to use trucks to transport their goods to them (and some of 
them will use couriers to transport those goods to customers). Some of these people (in 
this case especially couriers) get paid by how many parcels can be delivered in a day. If 
these people have to walk vast distances which they did not before some companies 
may refuse their services from the CBD or charge increased rates for good pick up / 
delivery. 
Many factors need to be considered if these plans are actually the best for Toowoomba. 
Everything that will happen will have a flow on effect to others in the community. Only 
a few of these flow on effects will be positive, compromises will be needed to ensure 
the best possible outcome for everyone involved. 
If good compromises can be found and it is found that this project can go ahead in 
Toowoomba with minimal resistance I really think that the resulting effect of having a 
pedestrianised CBD will help with community spirit and give the residents of 
Toowoomba a nice convenient place to congregate and be brought together as a 
community. 
If there is not enough support from the community for this project I cannot foresee the 
CBD getting pedestrianised. Obviously if there are a significant amount of people that 
are against the project no matter the compromises made, it will be unviable for 
Toowoomba, after all these are the people who would be using the city centre. In order 
to succeed the conversion of Toowoomba into a pedestrian city will need to be in the 
interest of the community. 
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The only way that this project can be viable is if the people in the community are 
thought of from the beginning. It will be useless finding the best possible answer to find 
that the community is totally against it because they haven’t been informed along the 
way. 
The only way that this project can fully succeed and work to its fullest potential is to 
consider the best interests of the community. If all these things can be satisfied I feel 
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2.0 Literature Review 
As can be seen from various cities around the world there has already been extensive 
work done on this particular subject. Although this has proved quite successful 
‘pedestrian cities’ haven’t had the same take off in popularity in Australia. There have 
been various attempts at it (such as Cronulla which has closed off a street to pedestrians 
only in the mid 90’s) but not quite so much on a large scale. The pedestrian cities 
around the world are a lot larger than Toowoomba itself so it will be quite interesting to 
see if this has some possibility of working. 
2.1 Available Literature  
 
So while this project may be based on idea’s that first saw the light of day in the 1960’s 
it should still be enough of a challenge to be different. There is quite a lot of 
information around on pedestrian casualties in city centres and even comparing 
pedestrian malls to skywalks. Most of the literature I have found so far concerning 
pedestrianisation has been at least fifteen years old. 
Although I know that this topic has been around for quite some time I was expecting 
(with current world populations increasing) that there would be a lot more recent 
articles in current circulation. Comparing between the newer articles I have been able to 
see that the main points have remained fairly constant over the years. 
Some of the papers I will be focusing on are a paper by Lee Pugalis entitled 
“Wonderful, Wonderful Copenhagen”, “Pedestrianisation Strategies for Downtown 
Planners” by Kent Robertson (to a lesser extent) and “Car-Free Areas and 
Pedestrianisation for Traffic Management: The Experience of Five Italian Towns” by 
Michele Fontana. I have also included some other papers that I have found about 
different aspects of pedestrianisation that I found interesting. 
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All the authors report that the pedestrianisation of the towns they researched showed 
that they were being decentralized by “rural migration” (Fontana, 1999; Kent 
Robertson, 1993). Crime levels were raising as the number of people in the city centre 
grew and this forced a lot of people to move into the outskirts of town away from the 
city centre. 
Michele Fontana (1999) noted that “The main consequence of these changes has been a 
continuous worsening of urban congestion problems.” When this happens it pushes 
people out of the town centre. Most towns tend to decrease footpath width in order to 
accommodate more lanes of vehicular traffic. This is a classic symptom of an “Invaded 
City” (Pugalis, 2006). Although this approach may work well in the short term, it 
doesn’t work in the long term. There is only so much road reserve that can be used in 
the confines of a city and thus the widening of the road to fit more traffic cannot be 
continued indefinitely. 
Michele Fontana reported that a strategy of “closed to private car traffic” in the city 
centre was employed. This was a similar approach to what Pugalis (2006) reported 
where “parking fees were introduced to the majority of public parking areas in the inner 
city.” This action resulted in many people who were either unable to drive their car into 
the city centre without receiving a fine from a policeman (Fontana, 1999) or being 
charged for parking there.  Pugalis (2006) also saw that along with parking fees, car 
parks were also reduced by 2 – 3% per year. 
A major benefit of pedestrianisation is the reduction of noise both Fontana and Pugalis 
mention this fact in their papers, “reduction of traffic volumes in these quarters” 
(Fontana, 1999) & “noise at street level was reduced by 10 to 15 Decibels” (Pugalis, 
2006). This is a positive for shop keepers in the downtown area. This will help draw 
more people back to the CBD. Shop keepers were initially against the idea according to 
Pugalis (2006) who stated “Shopkeepers in particular were incensed at this decision 
which they saw as an attack on their livelihood” but it was later found that trade in the 
CBD had “increased trade by between 25 and 40 per cent” (Pugalis, 2006). 
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There are quite a few issues that have been mentioned in these papers that I have not 
touched on here but these are the main points which I anticipate will come to light in 
Toowoomba or will be used in Toowoomba. This is especially true with the reaction of 
the shopkeepers in the CBD. They will think that people will not visit the CBD if they 
cannot drive their cars into the CBD. 
One major point I did notice when reading through these papers was that they are all 
very positive on the repercussions of what has happened in major cities. I would have 
liked to hear about what didn’t go quite so well rather than not mentioning / glossing 
over them. Pugalis’ paper, I feel, is the most biased of all three of them because his 
paper was written for the “RH Williams Travel Award”. I feel that his paper may not 
have been quite so biased if he was not writing his paper for a travel award. 
The following papers are ones that I have found very interesting in my research that I 
think should be mentioned. 
Epstein, (Unknown) in his article in the American Planning Association, titled “The 
Path to Pedestrianisation”, reports that “most suburban land-use planning and 
development over the last four decades has made it very difficult to build walkable 
communities.” This certainly coincides with what is happening in most major cities 
today. Larger cities are beginning to have (if they haven’t already experienced) 
congestion in their city centres. The motor vehicle has been the most popular form of 
transport for families for many decades and local, state and federal governments have 
designed areas with these in the forefront of their minds. 
“Low densities and segregated land uses put people farther from work, play, school, and 
daily errands, making cars necessary for most trips.” states Epstein. Public transport 
services have trouble servicing new housing areas; this makes the family car the most 
convenient for the bulk of trips made.  
Alshalalfah and Shalaby (2007) found on a study (entitled “Relationship of Walk 
Access Distance to Transit with Service, Travel, and Personal Characteristics”) of 
busses in Toronto (Canada) “the higher the frequency of the transit service, the longer 
people are willing to walk to access transit.” For public transport to be effective in the 
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down town area the service needs to be easily accessible and/or of a high enough 
frequency to encourage usage. Even though this project is looking at pedestrianisation it 
was found that public transport in the CBD area is very important. 
Alshalalfah and Shalaby (2007) also saw that “The results show that high-frequency 
routes attract about three times as many riders as medium-frequency routes and four 
times of low-frequency routes.” This shows that, if the service is operating effectively it 
can be used to move more people per hour than lots of cars containing only one or two 
occupants. If residents see that there are many busses running past their property 
throughout the day they will be more likely to utilise public transport because it will be 
more likely that it will fit in with their daily plans. 
Makovsky (2002) wrote that “The idea of "city culture" is a result of many years of 
effort by many people in Denmark, and has developed to a stage where it is deemed to 
be a valuable thing in our society” in his article entitled “Pedestrian Cities”. 
Copenhagen (in Denmark) is one of the longest and most successful established 
pedestrian cities around the world. There is a different mindset of the Danes; if many 
residents were asked over here many would not go down town to enjoy it unless they 
had business to accomplish. 
Pedestrianisation cannot be achieved 
quickly and needs a substantial time 
investment. 
Jan Gehl (a Danish architect) stated while 
speaking to Makovsky (2002) 
“Observations like being able to point out 
that we have four times more public life 
in Copenhagen after twenty years of 
work, have been very strong in convincing.” Having hard facts that can show this point 
to councilors can give a reassuring effect that they have made the correct decision 
supporting this idea. The community is very resistant to change so it is often hard to 
convince them to make radical changes to a part of their lives. Gehl, in the same 
Figure 1 Pedestrianised Street, Mexico City, Mexico 
(Nelson\Nygaard Consulting Associates, 2006) 
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interview also said “When all this started 40 years ago, there was no culture of public 
space and public life” which I think fairly accurately describes the CBD in Toowoomba.  
Gehl remarked “Because the city also made it gradually more difficult for people to 
drive and park, people had time to figure out that it's too complicated to take the car, 
and took the bus or bicycle instead.” The use of this method helped to cut down on the 
number of inner city parking that was demanded by the public while also delivering 
them to their destinations in alternative transport. 
Wikipedia (2008) reports (in its article entitled “Park and Ride”) that “Park and ride lots 
allow commuters to avoid the stress of driving a congested part their journey and/or 
facing scarce, expensive city centre parking.” The method of putting these park and ride 
stations on the outskirts of the city can reduce congestion in the city centre 
considerably. In Toowoomba the ‘ride’ part would either be by the hire of bicycles or 
catching the bus the rest of the way. Toowoomba is, in all probability, a little small for 
this to be truly effective right now. With a trip across town not taking hours, residents 
would rather catch the bus from their nearest bus stop. This comes back to what 
Alshalalfah and Shalaby (2007) mentioned with access distances and service 
frequencies. 
Wikipedia (2008) also mentions that “Park and ride schemes do not necessarily involve 
public transport. They can be provided as a means of promoting car sharing” and 
“….these park and ride terminals often have express transit services into the urban area, 
such as a high-occupancy vehicle lane.” Brisbane has already implemented the ‘T2’ and 
‘T3’ lanes to help promote car pooling for the peak hour rush. If these car lanes lead 
directly to car park terminals on the outskirts of the city it would help to reduce the 
number of vehicles actually travelling through the city. This is not particularly the best 
option for Toowoomba as there isn’t really a large enough CBD to effectively put this 
idea to use. This is something to consider in Toowoomba’s future as the population 
grows. 
The Calderdale Government, which published an article titled “Halifax’s Pedestrianised 
Streets”, acknowledged that “Vehicles were already excluded from this area at certain 
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times but abuse of the restrictions was commonplace and the Police were hard pressed 
to enforce them.” The prevention of cars entering the CBD is the single most common 
problem that cities can come across. Many of the articles that I have read mention this 
point. Established pedestrian cities like Copenhagen try to develop methods to keep 
drivers out of the CBD, this is mentioned by Gehl (above) when talking to Makovsky. 
Most cities end up going for some kind of physical barrier such as a garden bed or 
bollards. 
Some exceptions have to be made to enable some kinds of traffic to enter the area. 
Halifax does this by having special arrangements with different types of vehicles that 
are able to get through the retractable bollards. Halifax grants all hours access to 
“…emergency vehicles, post office deliveries, refuse collection, security vehicles and 
for the snow plough.” The exception of snow ploughs is redundant in Toowoomba. 
The Futurist (1991) showed in an article called “European Solutions to Gridlock” that 
“In Bologna, Italy, private traffic has been 
banned downtown since mid-1989, with 
only residents and service vehicles allowed 
into an area of approximately 1 ¾ square 
miles.” Bologna shows that cities do not 
need much down town area to convert into 
pedestrianised zones. This area is less than 
3km² in metric. Bologna is also 
experimenting with “limitations on new 
parking space, more and better public 
transportation, and priority for cyclists and pedestrians rather than motor vehicles.” This 
coincides with what Gehl said to Mackovsky in making the city centre harder to park in. 
Some cities have not wanted to have the full burden of a fully pedestrianised area. Cities 
taking this approach have opted for shared streets. “Shared streets have the advantage of 
reducing the impacts of traffic, while avoiding any loss of parking or access that might 
result from pedestrianisation” stated Nelson\Nygaard Consulting Associates (2006) who 
Figure 2 Shared Street in Bangkok, Thailand 
(Nelson\Nygaard Consulting Associates, 2006) 
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recently looked at the partial pedestrianisation that had taken place in Dar es Salaam in 
their article “Bus Rapid Transit for Dar es Salaam”.  
 “From 1968 to 1995 the number of people who spent time in the public space of the 
city centre increased three and a half times. Over the same period, the total area of car-
free streets and square increased three and a half times” said Lars Gemzoe speaking to 
Ekim Tan (2006) about people numbers that currently used Copenhagen’s CBD. This 
was published in an article named “What the Pedestrian Wants”. Lars Gemzoe and Jan 
Gehl were instrumental behind the success of Copenhagen’s pedestrianisation and they 
have done some of the best documentation of the success of pedestrianisation from 
anyone around the world. Adequate documentation of how the public respond to the 
change is needed if whether the change of priority is a success or not. 
“…the viewer’s interaction with the environment is more intimate: you can smell, hear 
and feel all the details” stated Gemzoe. When walking around the city the surroundings 
make a large difference to how the users feel and experience something. This goes to 
show that street redevelopment is a crucial part of the pedestrianisation scheme. 
 “The aim…is to give pedestrians priority in the heart of Limerick city, improve the 
streetscapes and traffic management” mentioned Tom Mackey (2008) when asked about 
the new improvement plan Limerick City is going through. Limerick City Council felt 
that something needed to be done to revitalise the city centre. They are achieving this 
through a €50 million Regeneration Plan. They published their intentions on their 
government website and titled the article “Limerick City Centre Remodeling and 
Pedestrianisation”. 
In Galway City, “The controversial move to ban traffic from the city centre during the 
day has been largely regarded as successful by city traders. However traffic flow within 
the city has suffered as a result of the move, according to chamber officials” said 
Michael Heneghan in the Galway Advertiser in a story named “Traders call for Limited 
Pedestrianisation”. There are always negatives to pedestrianisation, but the majority of 
information that I have been able to come across seems to have an overwhelming 
success in favor or pedestrianisation. Which streets are shut off will have to be assessed 
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very carefully so as not to cripple traffic even further than what it already is in the city 
centre. 
“Most vehicles are prohibited from the central shopping streets between 8.00am and 
6.00pm. However, loading/unloading is allowed before 10.30am and after 4.30pm. The 
main pedestrianised area is controlled by a barrier situated outside the Town Hall in 
Northgate Street. The barrier is manned by a City centre assistant from 8.00am to 
6.00pm” according to the Chester City Council (2007) and published on their 
government website (entitled “City Centre Pedestrianised Area”). Many cities have not 
been able to justify a scheme of full pedestrianisation and many have reduced the 
number of entry points into the CBD, police the area for traffic infringements or have 
physical barriers. 
“Within the scheme, it is recognised that it will be necessary for some vehicles to gain 
access during the restricted period. Temporary permits are issued on the day by the City 
Centre Assistant at the barrier” mentions the council on their website. This seems to be 
a very popular way to reduce unnecessary traffic in the city centre. The Calderdale 
Government has also mentioned this about Halifax. 
The English Government (Transport for London division) published an article on their 
website in February 2008 about their traffic signals.  
“This essentially provides dedicated time for pedestrians to cross, while a red signal is 
shown to traffic. Each arm of a junction may have its own pedestrian phase when the 
traffic is stopped” states the London government (Transport for London division, 2008). 
The majority of the intersections in England now have this kind of pedestrian crossing. 
This is the most common form of signalised pedestrian crossings in most cities. “Some 
junctions have an ‘all red phase’ when vehicular traffic is stopped on all arms 
simultaneously to allow pedestrians to cross in all directions.” Some cities are changing 
to this method of pedestrian crossing. This is the same method as what is used on the 
Ruthven and Margaret Street intersection in Toowoomba. This intersection has 
dedicated pedestrian crossing time where none of the traffic has ‘green time’. 
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3.0 Methodology 
 
In order to do this project I tried to obtain as much relevant information from outside 
sources as I can in order to save myself some time. I have been obtaining information 
from reliable sources such as the Toowoomba Regional Council that seems to be very 
comprehensive.  
I obtained the most current information relating to this project as I can, wherever this 
information is obtainable. The pedestrianisation of city centres really began to take off 
in the 60’s, thus some of the information that I will be using will be from that particular 
time when pedestrianisation was still be experimented with. 
Where there is no information available I will be obtaining the data myself by various 
means (whatever is necessary). This information has been tabulated and used later on. I 
will endeavor to keep the information as accurate as possible by looking for patterns to 
identify outliers in the traffic / pedestrian data. 
The acquirement of information collected by myself thus far has been limited to visiting 
various busy pedestrian intersections and counting vehicular and pedestrian traffic to 
get a feel for how busy various intersections in the CBD are. The procedure I have 
adopted for this procedure is to sit on the footpath somewhere with an excellent view of 
all traffic and pedestrians at the intersection. I time the cycle times of the lights and also 
count the pedestrians and which side of the intersection that they cross at (crossing over 
which streets). I am far enough away from the flow of traffic that I am in no more 
immediate danger than a normal pedestrian and I am also out of the way of pedestrians.  
With the more data that I collected I was able to get a better understanding on through 
traffic in the CBD. I feel, from this I will be able to judge how many people are using 
the area. For example, from the data that I have collected so far from the intersection of 
Neil and Margaret St’s and Ruthven and Margaret St’s I have found that 91 cars over 
the hour passed through the Ruthven and Margaret St intersection heading from East to 
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West. These cars could have come from car parks etc or from the other road at the 
intersection as I am only measuring through traffic. Likewise 115 cars pulled off before 
they got from the Ruthven and Margaret St intersection to the Margaret and Neil St 
intersection. So far I estimate that if this area was to become pedestrianised 
approximately 2000 cars per hour will be displaced to the surrounding streets. It is 
hoped at this stage that I can find more alternative parking for those displaced cars so 
that people aren’t forced away from the CBD. 
The surrounding streets around the CBD will become busier than what they currently 
are. If the process of pedestrianising the town centre is brought in gradually it is hoped 
that it will be easier to adapt to and not put such a high load on the surrounding streets.  
The ‘pedestrianised’ area should still be able and designed to take some vehicular traffic 
so that necessary services can be carried out (services I have mentioned elsewhere, 
refuse collection, emergency vehicles and stock delivery to shops). 
3.1 Survey Procedures 
 
When conducting the survey I wanted to keep the range of surveyed people as random 
as I could. This was done by approaching as many people as I could that were walking 
down the street, one after the other. This ensured that I was not picking people out of a 
crowd but actually got a range of answers. The survey I put together was very simple 
and very short. I did not survey every “next” person that walked along because some 
people did not want to participate in the survey at all. 
There were two surveys that were used. One survey that I designed was used for the 
shoppers wandering around and the other was aimed at the store owners and workers. I 
wanted to try to get both sides of the spectrum. 
Similarly I did these surveys by approaching people on a week day and in fine weather. 
The way I designed the surveys were so that they were very quick to do. I felt that this 
aspect of the survey was very important as many people will be in a rush to get 
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somewhere. If they know that it’s only going to take about twenty seconds they will be 
much more willing to participate rather than having to spend five minutes filling out a 
piece of paper or answering many questions. 
Choosing the questions was a very difficult task. I did not want too many but the 
problem was there was so much I wanted to know. A long survey would have been 
good to have but would have required a lot more time invested in it by the public and 
myself. 
I decided that two questions for the general public doing their shopping at just a single 
question for shop workers / owners. This kept the survey’s very simple, and 
importantly, for a variety of results, short. 
For store owners I had just one question “Would you be in favor of pedestrianising the 
CBD?” Depending on how much they knew about pedestrianisation I would explain the 
basics of what pedestrianisation is and what would happen. I preferred to talk to store 
owners about this as it will be their lively hoods at stake. I stayed away from businesses 
like the Coffee Club because they are a large chain of stores (so their brand name is 
well known already). It will be much harder for the little stores that aren’t part of a 
franchise, to adjust to a new street scape. 
3.2 Construction of the Survey’s 
 
For this research project, two separate surveys were used to gather the information that 
was needed. These surveys were created from scratch to include all the information that 
I needed to cover. Due to the complexity of gaining results for the pedestrian and traffic 
survey, I was only able to conduct these surveys separately and on different days. 
3.2.1 Traffic and Pedestrian Survey Construction 
 
To construct this survey I had to think about all the information that I needed to cover 
for all of the ‘points’ this research project needed to cover. As time was tight I only had 
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one chance at getting the information. I did not want to spend time revisiting sites 
because I had forgotten to take note of any vital information.  
The survey started off very simple with a standard 4-way intersection and enough space 
so that I could draw in land marks and take note of which way the traffic flowed around 
that intersection. I then decided on what vital information was needed to be collected. 
Simple things such as the street names and dividing the intersection up so that I could 
record which side of the intersection pedestrians were using to cross the road, and the 
amount of time given to pedestrians to cross the road with each direction of traffic flow. 
I thought it would be better to get too much information than not enough. 
3.2.1.1 Possible Skewing of Results 
 
The completion of the traffic and pedestrian survey was done, mostly, without the aid of 
direct community involvement. At one particular intersection I had a “Pedestrian Count 
in Progress” sign visible for some of the time that I was counting. After about 2 hours I 
started to notice that a couple of people were walking back and forth across the 
intersection about every five to ten minutes. They continued to do this about six times. 
From that point onwards I decided that I would not show the sign as I feel it somewhat 
skewed the results. That particular incident happened at one of the intersections when I 
was conducting one of my twelve-hour counts (6am – 6pm). Luckily I found this out at 
the first intersection where I had put the board up. I did not use the board to alert 
pedestrians to the count that was currently in progress (from then on) and did not see 
any intentional repeats apart from the early morning people going to work (before 8am) 
and then returning in the afternoon (4 – 5pm). 
During the rest of my intersection counting I did not see any intentional “repeats” to 
skew the results. If council wanted to look into the number of pedestrians using 
intersections in the CBD it would be advisable that they use the CCTV tapes to do the 
counts, if they have intersections covered by the CCTV system. I also had members of 
the public approach me and ask what I was doing, so that would eliminate this portion 
of distraction when performing a survey in person.  
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In order to get the most amount of information possible to use for this project the shear 
amount of information that I had to collect is as difficult as could be done by a single 
person. 
3.3 Store Owner / Worker and Shopper Survey Construction 
 
This survey was very simple and short. I had to weigh up the benefits of a short vs. long 
survey i.e. poor detail vs. good detail. I wanted to get the exact information that I 
needed and I decided I could get satisfactory results through a simple and short survey. 
This would allow more shoppers that I approached be able to partake in the survey than 
if it had have been a particularly long one. 
I chose questions which were very concise. I was prepared to answer questions if 
anyone did not quite understand one of the questions. I thought that I would be asked 
quite a lot of questions because not many Toowoomba people would know about 
pedestrianisation. As it turned out only a few wanted to know more. It did surprise me 
how many people already knew a little about pedestrianisation. 
Once I had my survey completed I then went and walked around in the CBD and asked 
anyone who wanted to participate in the survey to answer my questions. I tried to pick 
people at random by asking the next person that walked past after I had finished talking 
to someone. I thought this was the best option as I had no control over who would walk 
along the street next. 
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4.0 Analysing the Current CBD 
4.1 Surveyed Area 
 
I have only surveyed most major intersections in the CBD as well as some other smaller 
ones on the outskirts of the study zone. There is no point setting a study zone as big as I 
did and only concentrating on a few streets. In some of the directions I was going I 
could see the trend with the number of people using that intersection getting smaller and 
smaller (e.g. as I was working towards West Street). I decided that seeing as this result 
had continued in the North / South direction I didn’t bother to continue with pedestrian 
counts until I reached West Street. This was to help assess the CBD. As is to be 
expected with the quite large study area, the intersections on the outskirts of the study 
zone had quite few people but quite a lot of traffic. 
The intersections that I have surveyed for both traffic and pedestrian data are shown in 
Figure 3 below. The surveyed intersections are marked in circles in Figure 3. Almost all 
the surveys have been done through the daytime hours of 11am – 1.30 pm. This is to try 
and keep the data as similar as possible. I did do two intersections between the hours of 
8am – 9am, 12pm – 1pm and 5pm – 6pm to get a feel of the amount of people that use 
these intersections at other times of the day. These surveys were done on different days 
and at different times of the year so that could have affected the results. 
Due to the time restriction I set to enable somewhat consistent data meant that a 
maximum of two intersections could be done on a single day. The size of the study area 
is quite large and many intersections had to be done to get a feel of where people mostly 
used. I could have forgone with a few of the intersections but that would leave more 
questions pertaining to the busiest intersections around the CBD. 
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Figure 3 Surveyed Intersections (Google, 2008 [Modified]) 
4.2 Current Car Parking 
 
The majority of people in Toowoomba acknowledge that there isn’t enough car parking 
in the CBD (WIN News, 13/06/08). According to the phone poll that WIN News ran, 
74% of Toowoomba residents believe there isn’t enough car parking. 
The question needs to be asked, why isn’t there enough car parking? For example, the 
Water St car park goes largely unfilled most of the time (between 1 3  to 1 2  full 
usually). This car park is not far outside of the city centre yet, even though Toowoomba 
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gets regularly used. 
Two other large car parks are in the CBD. These are the bus interchange car par
the Neil Street car park. The majority of the time the bus interchange car park is mostly 
full, thus this is close enough into the city for people to fully utili
Neil street car park is also highly in demand throughout the day. P
car parks (especially in the 
morning (workers in surrounding buildings)
the car park for people who wish to come to the CBD to shop.
4.3 CBD Attractions
 
If the pedestrianisation of the CBD is to go ahead it is important to understand why 
people are going there in the first place and where in the CBD these attractions are. 
Things like theatres, shopping centers, pubs and café’s all bri
centre. It is important that this area be investigated to find out approximately how many 
people would be going to a particular venue in a particular day or night and also what is 
in close proximity to their destination.
 
Figure 4 Usage of the Water and Herries St Car Park (Google, 2008)
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4.3.1 Breaking Down the CBD Attractions 
 
Fairly major congregation area’s very close to Ruthven and Margaret Streets have been 
shown on Figure 5 below with Figure 6 showing a close-up of all the area’s that have 
been mapped. The red areas show the maximum number of people possible that that 
area is likely to have. This is approximately in the thousands. The blue areas show 
where people would congregate in a modestly populated area (more than 100 but less 
than 1000). The grey area shows areas where it would be assumed that less than 100 
people would congregate. 
All the above mentioned figures are very approximate as all these area’s will experience 
different peak times, they will not all experience their peak times in unison. The areas 
such as Grand Central Shopping Centre and Garden Town Shopping Centre will not 
experience busy periods at the same time as establishments such as night clubs and 
public bar’s. 
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Figure 6 Close up 
Figure 6 shows the overall the city centre is fairly divided into two main sections for 
popular pedestrian congregation areas. There is a divide along Margaret Street. The 
CBD tends to be divided into
attractions. The south west corner is better serviced because a lot of the buildings 
around that area have ample parking.
In order to help solve the car parking issue, and to keep revenue up for counci
needs to be a solution. If a suitable solution is not found then this will have a negative 








of Pedestrian Congregation Areas (Google, 2008 [Modified])
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4.3.1.1 Why don’t people use the CBD more? 
 
A different way too look at this situation is why don’t residents use the CBD more as it 
currently is? One thing that I have thought of to try to understand this situation is very 
subjective to the individual involved. Ten to fifteen years ago I seem to think that were 
was a much better selection of shops in the town centre, when it was still being used 
quite a bit. The amount of traffic through there wasn’t quite as much either gauging 
from my memory. 
When you walk around the down town area today there isn’t a great selection of shops. 
I remember when you were able to walk around the CBD and hardly see an empty shop. 
Walk around any street down town now and you won’t have to walk long before you 
find a vacant shop space to rent. 
It seems to me that most of the shops have migrated into the larger shopping centres 
(Gardentown and Grand Central). These shopping centres are still in the CBD but have 
a greater variety of shops in a smaller space with the added benefit of undercover 
parking and being air-conditioned. Clifford Gardens is also quite popular with people 
from out of town as it is quite easy to find for those who do not want to travel into the 
city centre. 
4.4 Pedestrian Walks 
 
Within the Toowoomba area there aren’t many designated pedestrian walks toward the 
centre of town. There are bushwalking opportunities towards the range escarpment at 
Redwood and Jubilee Parks as well as the Picnic Point & Tabletop area. 
The closest area that council designates as an actual pedestrian walk (other than the 
normal foot path) that is close to the centre of town is along Kitchener Street. This area 
is quite picturesque apart from the road running parallel to the walkway. There are even 
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picnic tables along the way, fountains and a park area for pedestrians to enjoy. This is 
the closest to an actual pedestrian walk that can be found close to the inner city. 
Another area that is quite nice for pedestrians to visit is the West Creek area next to the 
library and along Victoria Street (between Margaret and Russell St). This culminates at 
the corner of Russell and Victoria Streets with a Table, some chairs and a covered area. 
While doing one of my surveys at this intersection I did notice that a few people came, 
sat and had lunch there throughout the hours of 12 to 1.30pm, not to mention many 
people sitting on the seats watching the creek flow throughout the day. 
Due to the low set nature of the area along West Creek in comparison to the road level it 
is quite quiet. Considering how close this area is to passing traffic (comparably close to 
the Kitchener Street walk) it is used quite a bit more. This would be somewhat 
attributed to the sheer volume of people in that area of town throughout the day. 
The other areas of interest for people just to walk and enjoy are Queens Park (which is 
also out of my ‘CBD’ area) and Laurel Bank Park. Laurel Bank Park is quite good in 
that there will be some people who drive and park their car right next to the park, but 
limited parking near the park means that they will have to walk some of their journey. 
Although not necessarily everyone will walk around an expanse of open grass it does 
have the added feature of the scented gardens in the south eastern corner (on Herries 
St). Another attraction, which is again, just outside my study area, is Groom Park. There 
is a miniature road system set up there that people with young children may be going to. 
4.5 Pedestrian Malls 
 
4.5.1 What is a Pedestrian Mall? 
 
Pedestrian Malls started appearing in the Greek market place that was named Agora. 
The principal reason this developed was because of the pedestrian orientated 
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community. This area was centrally based in the city centre and was a great meeting 
place for residents and a hub for cultural activities. 
4.5.2 Types of Pedestrian Malls 
 
Pedestrian malls can be classified in to three main types. These are: 
• Full Mall 
• Semi Mall 
• Transit Mall 
The main factor’s that distinguishes between differing types of pedestrian malls are that 
a full mall is achieved by closing off vehicular traffic from the streets and then 
upgrading and redeveloping the streets to suit pedestrians rather than traffic. Transit 
malls are similar to the full malls except public transport can still operate through the 
city centre where as all other private traffic is excluded. A semi mall is similar to a 
normal street except the parking and the amount of traffic through that area is greatly 
reduced. A great example of a Semi Mall can be found in Coffs Harbor in New South 
Wales, named “The Palm Centre”. 
4.5.3 Parking 
 
One of the major attractions about large shopping centres is the on-site free parking that 
is extremely convenient. The parking along the city’s streets will have to be relocated to 
outside the exclusion area. Where the parking is relocated to it needs to have a similar 
pricing scheme to that of the parks that it is replacing and it needs to be in an easy to 
find, convenient location. 
4.5.4 Services & Emergency Vehicles 
 
A very important subject is the servicing of the downtown area once there is an 
exclusion zone. The streets running parallel to the excluded streets need to be assessed 
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for their traffic carrying ability. After looking into this for Toowoomba it seems as 
though the majority of these streets are unsuitable for large traffic volumes. This rules 
out the option of a full pedestrian mall as there still needs to be vehicular access of 
some kind. 
This method allows unlimited access to the town centre for all emergency services 
similar to what already happens. The only difference would be that they would have to 
drive to the conditions as there would be a lot more people in the area that would be 
walking across the ‘road’. So speeds for emergency vehicles would be reduced at some 
points, but with no other traffic to contend with (no choked intersections) they could 
actually arrive to their destination quicker. 
4.5.4.1 Public Transport Vehicles 
 
When surveying local retailers in the CBD the most major concern with the majority of 
them was to do with public transport into the downtown area. Many saw the benefit of 
having public transport drop shoppers right outside their doors. In order to keep public 
transport going into the centre of town and letting shoppers off right in front of stores 
rules out a full pedestrian mall. A Semi mall would be a much better option for 
Toowoomba as this will also allow services like garbage collection to continue on as 
normal. 
This is also the easiest option and keeps shoppers getting out right near stores while 
doesn’t upset taxi and bus companies. 
4.5.5 Goods Delivery to Stores 
 
If vehicles were cut off from driving through the city centre this would mean goods 
delivery vehicles trying to service shops would also be cut off. This is another reason 
why a full pedestrian mall cannot be used. Limited street access still needs to be 
retained to ensure that basic stock deliveries can be kept up to the local shops.  
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I feel the most effective system that could be implemented for a semi “pedestrianised” 
area would be to have ‘no go’ zones throughout certain times of the day (e.g. no normal 
traffic access (public transport and necessary services can still use the area) from 
between the hours of 10am – 4pm Monday to Friday). This way the delivery driver can 
still make necessary deliveries without being hindered by a ‘bollard’ system which 
would only serve to slow them down. If the deliveries are made early enough in the 
morning drivers can drive around the centre of town unhindered. 
This method of allowing some street utilisation to continue removes the problem of the 
streets directly behind the buildings having to take increased traffic. It would also be 
very costly / impossible to council to redevelop the surrounding streets to accept large 
amounts of traffic because some streets are between buildings. 
4.5.6 Street Redevelopment 
 
The most important part of a street redevelopment is 
to keep it within an overall theme, whether this is an 
existing or new theme for the area.  
If there is an exclusion zone for all traffic other than 
services then the remaining space that was taken up 
with car parks should be better utilised. At this time 
it is an excellent opportunity to update things such 
as the light fittings and garden beds while also 
adding new gathering points to add interest to the 
area. Some of these improvements could be statues 
or seating areas, patterned tarmac, tree’s with 
imaginative lighting ideas to invite people down into 
the city centre at night and provide shade during the day. If creative lighting is used this 
also adds security to the area. What ends up being chosen should be of a suitable nature 
that it is not going to be costly or difficult to maintain into the future. 
Figure 7 Street Redevelopment Common 
in European Countries (Frantzeskakis, J. 
M. & Pitsiava-Latinopoulou, M, 
Unknown) 
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4.6 Cycle Routes 
 
Although not very well advertised there are cycle routes on the Toowoomba Regional 
Council website (and previously the Toowoomba City Council website). This shows 
quite a few different routes that council has picked out and has shown where you can 
and can’t ride around the city centre.  
In another research project into cycle routes many cycling clubs did not know that the 
council had cycle routes on their website. 
4.6.1 Places of Interest 
 
The cycling paths that council has picked out as possible cycling routes have many 
places that are possible points of interest to cyclists. The routes that are shown on the 
map don’t include any off road tracks. It mainly covers the actual (inner) city of 
Toowoomba itself which is perfect for the purpose that I want to assess it for. 
This document doesn’t show any dedicated bicycle area’s around the city. All the routes 
that are mentioned on the cycle way brochure tend to just follow footpaths that run 
adjacent to roads. This in itself makes it harder to keep cyclists entertained on their 
journey, which rely heavily on coming across another point of interest along the way. 
4.6.1.1 No Go Zones 
 
The most interesting point about this brochure is all the area of no go zones (between 
the hours of 9am & 9pm) are actually in the centre of town. This is a very odd 
coincidence considering the majority of bike parking in Toowoomba is in this no go 
area. How many people are going to be riding their bikes from 9pm to 9am? 
It is feasible to assume that not many people will be utilising the bicycle parking after 
hours as there will be no open shops or much to do at night. This makes having a high 
number of bicycle parking areas in the CBD quite redundant. 
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4.7 The Effectiveness of Pedestrian Phase Times 
 
4.7.1 What are Pedestrian Phase Times at Intersections? 
 
A pedestrian phase time is a length of time that is entirely dedicated for pedestrians to 
cross the road. This means that the traffic in all directions are shown a red signal and 
pedestrians can cross the road in whichever direction they please. This idea was first 
utilised in the 1940’s in Canada (Kansas City & Vancouver). 
4.7.1.1 Benefits & Detriments  
 
The benefit of having dedicated pedestrian crossing time is that the pedestrian can cross 
to the diagonally opposite side of the road without having to cross perpendicular across 
the traffic and then perpendicular again just to get to the diagonally opposite side of the 
road. This eliminates cars waiting in the centre of the intersection while pedestrians 
cross on regular intersections. This speeds up the flow of traffic, especially on busy 
intersections. This type of arrangement is a lot safer than traditional crossings as there 
are no cars moving about the intersection that could possibly harm the pedestrian as 
they cross. 
The down side of this system is that the traffic looses what could be potential ‘green 
time’. This system does slow the traffic down from what it could be. The frequency of 
when people can actually cross is a lot slower with this system as pedestrians have to 
wait until a full cycle of the traffic lights have gone until they can cross the road. It is 
also hard to tell if all of the pedestrians that started crossing the road have actually 
finished crossing the road by the time the lights go green from motor vehicles again. 
The phase time method works best in areas of high traffic and high pedestrian activity 
and rural roads with low pedestrian activity. 
The intersection has to meet specific guidelines in order to have a dedicated pedestrian 
phase. These guidelines are: 
ENG4111 / ENG4112 Research Project 31 
Nick Adams 0050041047  
• None of the roads is a declared highway or main road 
• The intersection is in a central business area or shopping area 
• An equivalent or better alternative route is available for through traffic to avoid 
the  intersection if it so desires    
• The existing signal intersection is operating in a simple 2 traffic phase mode 
• During any 4 periods (consecutive or non-consecutive) of 1 hour each, on any 
one weekday, more than 200 pedestrians cross in all directions per hour and 
during the same hours, more than 400 vehicles turn within the intersection. 
These are the guidelines that the West Australian Government (2008) use and have been 
adapted from Standards Australia and Austroads guidelines. 
Due to the complexity of my survey’s for one person to record all the necessary 
information, I am unable to determine (without doubt) at this point in time whether 
there would be more intersections in Toowoomba that could utilise a dedicated 
pedestrian phase. 
4.7.2 Pedestrian Phase Times in Toowoomba 
 
Toowoomba hasn’t implemented a dedicated pedestrian crossing time at many of their 
intersections. The only one in the Toowoomba region is the major intersection of 
Margaret and Ruthven Streets. Traffic has a total time of two minutes (in all directions) 
followed by pedestrian time of twenty-five seconds to cross in any direction. 
There hasn’t really been any extra need for other full pedestrian phases incorporated 
into the existing traffic light system. The next most pedestrian dominated intersection is 
the intersection at Victoria and Margaret Streets. It is therefore reasonable to assume if 
there was to be another implementation of this system that this intersection would 
logically be the next logical choice to try to implement this. 
Margaret and Victoria Streets transport a high volume of pedestrians but unlike the 
intersection of Margaret and Ruthven Streets, most of the people that use this 
intersection only cross on one side of the intersection.  
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This is a very different predicament compared to the Ruthven and Margaret street 
intersection. At Ruthven and Margaret there is a fairly even distribution of people 
crossing from all directions, with no particular side of the intersection favored over any 
other that I could pick up in my results. This particular phenomenon that is present at 
the Victoria and Margaret Street intersection can be put down to the fact that there are 
larger attractions on that side of the road. 
Big draw cards such as the Toowoomba City Library combined with Gardentown and 
Grand Central shopping centres are all on the southern side of the intersection. There 
are only smaller shops along the northern side of Margaret Street. These smaller shops 
cannot attract anywhere near the same amount of people that the big shopping centres 
can. I feel that it is these particular draw cards to the city centre as to why mainly the 
southern side of Margaret Street is the most commonly used side of the intersection. 
Victoria Street is part of the inner city ring road that surrounds the inner city area. The 
only option for motor vehicles passing along Margaret Street is to turn into Victoria 
Street in a northerly direction. This means that there are no cars wanting to cross the 
intersection along the southern side of Margaret Street. This results in no cars waiting to 
turn into Victoria Streets to travel in a southerly direction, thus no holding other cars up 
from turning right. 
The Margaret and Victoria Street intersection also features quite a lot of traffic islands 
to split up the traffic to ensure that a right turn from Margaret to a Victoria (in a 
southerly direction) is very difficult. If this intersection were to have a pedestrian phase 
time introduce these same traffic islands would increase the difficulty of pedestrians 
wishing to cross the road. 
If pedestrian phase times were introduced at this intersection I feel all it would serve to 
do would be to slow traffic at this intersection down as most pedestrians would still use 
the southern side of the intersection to cross Victoria Street. 
The busiest intersection that I found in my survey was the Russell and Ruthven Street 
intersection. This intersection has the same geographical problems as the Margaret and 
Victoria Street intersections with the inclusion of traffic islands to help direct the flow 
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of traffic through the city centre and keep vehicles from proceeding the wrong way up a 
one way street. Although it makes the most sense to implement a pedestrian phase 
scheme at the busiest pedestrian intersection this is another case of why it can’t be a 
straight implementation. During my hour of surveying I only came across about 30 
people (out of over 500 (6%)) that wanted to cross diagonally so I feel that there isn’t a 
large enough call for a pedestrian phase at this intersection. 
The next most likely intersection that a pedestrian phase could be incorporated into is 
the seventh busiest intersection of the intersections that I surveyed. This intersection 
was Herries and Ruthven Streets. It has a straight through in both directions design and 
minimal traffic islands. It is very similar to the Ruthven and Margaret Street 
intersections in its layout.  
This intersection doesn’t have anywhere near the amount of pedestrians crossing at it 
(130/hour) like the Ruthven and Margaret Street (407/hour) intersection does. The 
Ruthven and Herries Street intersection also carries a much higher volume of traffic 
(twice the amount of the Ruthven and Margaret Street intersection). 
4.7.2.1 Does an Intersection Need a Pedestrian Phase? 
 
The way to find whether an intersection needs to be converted or not is to look at the 
amount of traffic using that intersection and looking at car crash’s that involve 
pedestrians. A threshold needs to be established to determine the cut off from where the 
number of pedestrian accidents are ‘normal’ and are due to happen to when there is an 
excessive amount. The local authority needs to consider if they can be greatly reduced 
by introducing a pedestrian phase at that intersection. Thought also needs to be provided 
as to whether that intersection can support a pedestrian phase and what effect a 
pedestrian phase would have on the existing traffic volumes at peak periods of the day. 
The points that were mentioned before also needs to be taken into consideration as to 
whether the intersection can support a pedestrian phase. 
Intersections with a pedestrian phase also need more time to allow pedestrians to cross 
the road. At a conventional intersection the amount of time pedestrians have to cross is 
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governed by the amount of green time the traffic going in the direction has in ‘green 
time’. By the time all the ‘green time’ has been used, all pedestrians that were crossing 
the road will have finished crossing by that stage. Traffic needs more ‘green time’ than 
what a pedestrian needs to cross the intersection to avoid congestion in peak hours. 
Pedestrian phase’s need more green time at intersections than regular intersections 
because in this particular circumstance pedestrians can cross diagonally, in doing so 
have to cover a longer distance than walking perpendicularly across the road. 
The length of time given to pedestrians needs to be a compromise between the 
pedestrian ‘green time’ and the traffic ‘green time’. Drivers will not want to travel 
through the centre of town if they have to wait for 60+ seconds for a dedicated 
pedestrian phase to be fully completed. The pedestrian ‘green time’ should be long 
enough that it is not of a major safety concern for the walking public. 
4.7.3 Pedestrian Crossing Times in Toowoomba 
 
While I was performing my pedestrian and traffic survey I also took note of the 
pedestrian crossing times at various intersections that I was at. The time at the 
intersections varied from 17 seconds to 25 seconds. This time was taken from when the 
‘green man’ on the lights flashed until the current pedestrians had finished comfortably 
crossing. This ‘comfortably crossing’ method sometimes went until just before the 
lights turned red to stop the traffic. I gauged off comfortable crossing times when 
pedestrians were crossing the street, taking into account their crossing times. I decided I 
would not time the amount of time the ‘green man’ stay illuminated on the traffic lights 
because at most, the majority of pedestrians are only about 1 3  to 1 2  way across the 
intersection by that stage. 
I did not take a reading at every intersection that I surveyed as some of the intersections 
did not have traffic lights at them to give the pedestrians a chance to cross. These 
intersections were controlled by road signs and or by being a ‘T’ intersection for 
example, which don’t need any traffic lights. 
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The average time (which was most consistent across all intersections) was a crossing 
time of 20 seconds. The shortest amount of time, being 17 seconds was at the 
intersection of Victoria and Margaret Streets.  
The reason that I think the Victoria and Margaret Street intersection has less crossing 
time than all of the other intersections is because the pedestrian traffic only had to cross 
three lanes of traffic, rather than a usual four or more. This also takes into account of 
turning lanes. Unlike an intersection with a dedicated pedestrian phase, the amount of 
time given to pedestrians to cross the road at a normal intersection can be reduced 
because generally the amount of green time that the traffic receives is greater than the 
walking time given to pedestrians. 
At an intersection like the Margaret and Ruthven Street intersection there is quite a 
larger distance for people to cover, thus the amount of time given to pedestrians must be 
increased to allow them to cross the extra distance. As I have also found it is much 
harder to determine whether everyone is off of the intersection where there is a 
dedicated pedestrian phase present, this also accounts for some of the extra time given 
as the council does not want pedestrians still moving off of the intersection when cars 
are wanting to move off with a green light.  
4.8 Comparison of Populations of Pedestrianised Cities 
 
It is important to think about when did other cities around the world started to 
pedestrianise their town centres. In Australia, Toowoomba is of a reasonable size in 
regards to population. The size of Toowoomba in comparison to overseas cities shows 
that it is in fact quite a small city. 
For an accurate comparison between overseas countries that have pedestrianised 
compared to Toowoomba we need to look at their populations. It is useless assuming 
what works really well for a city with a population of 1,500,000 people will work 
equally as well in a city with 95,000+ (depending if you include areas like Highfields 
into the ‘Toowoomba’ population). 
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Some of the cities that I have mentioned in this research project are quite large in 
population. An example of this is Milan, Italy. The city itself has a population in the 
order of 1.3 million people (Wikipedia, 2008) and if you include the surrounding areas 
the population jumps to 3.1 million people (Wikipedia, 2008). As can be plainly seen, 
Milan is very much bigger than Toowoomba so a comparison between Milan and 
Toowoomba would be unfair. Seeing as Milan has a larger population it would find it 
easier to fill the town centre and really put their pedestrianised streets to use, where as 
Toowoomba we have less population to start with, so we would need many more people 
to use the CBD than in Milan.  
Other cities that I found were like this were Turin, also in Italy with a population of 
908,617 (Wikipedia, 2008). This is also much too high for a somewhat direct 
comparison. Copenhagen, which is at the forefront of pedestrianised cities has a 
population of 509,861 (Wikipedia, 2008) in the city itself but a population of 1.15 
million (Wikipedia, 2008) if you include surrounding areas. 
The closest match that I could find to Toowoomba population wise is a Greek city 
named Larissa. This city, which is also bigger than Toowoomba, only has a population 
of 150,000 people (Aivaliotou-Dourou, 2002). Larissa is the most comparable city to 
Toowoomba that I can find. The pedestrianisation scheme in Larissa was phased in over 
two parts from 1990 through to 2001 (Aivaliotou-Dourou, 2002).  
The pedestrianisation of the Larissan town centre has been to great effect with residents 
embracing their new town centre. 
4.9 Crime 
 
While this is outside the scope of my project I think that it is important enough that I 
should briefly touch on it. 
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As with any major change to a city centre the need to know how much of a part crime is 
going to make is a major one. This is especially relevant for a major change, such as 
pedestrianisation. 
If the town centre were to be pedestrianised it would have a major impact on the city 
centre, business’ and shoppers. Are things like break-in’s and graffiti going to rise as a 
direct result of these changes? 
I think the answer depends on how far the pedestrianisation is taken. Crime in the CBD 
isn’t too bad considering there aren’t too many break-ins and not too much graffiti to be 
seen. This could be because the police station is in the CBD so there is an increased 
police presence compared to many other parts of the city. 
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5.0 Possible Solutions 
 
Possible solutions that have been suggested elsewhere are to build multilevel car parks 
over railway yards. This particular idea was proposed in Camberwell, Melbourne 
(Wikipedia, 2008). This idea could be applied in Toowoomba where the old railway 
station is located on Station Street. The Council would need to come to some kind of 
agreement with Queensland Rail to rent the space off of them. The car parks would be 
situated high enough above the train tracks that rail freight would be unaffected. The 
number of car parks that would be needed should be equal to at least the numbers that 
have been resumed along the main streets in order for council to regain the money that 
they will lose from not having parks with meters. Coming to an agreement with QR will 
probably mean that the cost of parking at that particular car park (and possibly at other 
car parks around the city) will become more costly. 
The location of the old railway station is a good location very close to the city and to 
most major attractions. The Russell and Victoria Street intersection has proved to be 
very quiet pedestrian wise but it is only a two minute walk away from one of the busiest 
intersections for pedestrians in the down town area (Victoria and Margaret St). 
Another option which could prove more attractive to council is to put a covenant on all 
new building which are built in the CBD. Buildings wise the CBD is densely populated. 
Some of these buildings are very old and will be redeveloped into new buildings at 
some stage. A perfect example of this is the Sports Club on Ruthven St. The buildings 
that were there were gutted and a new building built inside the shell to keep the classic 
look of the down town area. 
Current car parking facilities are not keeping up with demand, so upgrading existing 
facilities would be beneficial. Seeing as the Neil Street car park is always in such high 
demand it would be useful to add another level or more on to it. It could end up very 
similar to the bus interchange car park and people would still have to pay to use it. 
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Different levels of parking can be phased in, especially if the car parks are multistory. 
This is to help account for the fact that some of the parks in the existing car parks are 
already all day car parks and some have time restrictions of one or two hours. These 
different types or parks have different tariffs imposed on them (such as $0.01 a minute 
{for 2 hour parking} compared to $2 a day parking). 
Extra car parking facilities can be upgraded gradually if the pedestrianisation of the 
streets is phased in very gradually. For example, if car parking is phased out at around 
10% per year for the next 10 years then future car parking levels on the Annand street 
car par or the construction of underground or above ground car parks can be erected 
gradually as the need arises. The construction of these car parks should be constructed 
so that there is more parks available than what has been taken away. This is to 
accommodate the growth that the city will experience from this point until the future 
when the project is complete. 
5.1 How to Pedestrianise 
 
When Paul Makovsky spoke to Jan Gehl (an instrumental part of the pedestrianisation 
of Copenhagen), Gehl spoke of ten pedestrianisation techniques (Makovsky, 2002). 
1. Convert streets into pedestrian thoroughfares. 
This will mean people have to walk to their destination along the streets that 
used to carry traffic. 
2. Reduce traffic and parking gradually. 
The aim of this is so that it eases residents into pedestrianisation because they 
don’t really miss that many parks from year to year. 
3. Turn parking lots into public squares. 
This point aims at better use of large open spaces like old car parks for more 
interesting activities such as buskers or markets. 
4. Keep scale dense and low. 
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To help keep the pedestrians interested there needs to be many interesting 
features that are easily accessible 
5. Honor the human scale. 
This is more of a focus on the end product of how things are going to turn out. 
Will the end user like to walk around here? Are there places to sit and 
congregate? Are there things to look at? 
6. Populate the core. 
This is great for a city that does have residential apartments in the town centre. 
7. Encourage student living. 
Getting students into the town centre adds more life to it because they are 
usually up later and like to commute on bicycles and public transport. 
8. Adapt the cityscape to changing seasons. 
This is to make the centre more user friendly depending on the time of year. 
Covered in areas in winter keep the heat in while open area’s with shade will be 
good for summer. 
9. Promote cycling as a major mode of transportation. 
To help promote cycling an increase in the number of cycling lanes, bicycle 
crossings and bicycle parking area’s is all that is needed. 
10. Make bicycles available. 
Once cycling has been promoted through the addition of more cycling lanes etc 
there needs to be areas where residents can rent public bicycles from to get 
around. 
As can be seen from these points, they have worked very well in Copenhagen due to the 
climate and historical buildings. Not all of these points can be utilised in Toowoomba as 
the city just isn’t set up for it. 
5.1.1 Which Methods to Apply to Toowoomba 
 
Some of the methods which apply to Toowoomba are very obvious and need to be done, 
no question. Some may not be so apparent. 
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The methods that I think could be successfully employed in Toowoomba are: 
• Slowly pedestrianise specific streets 
• Reduce traffic and parking 
• Keep people in mind with the design 
• Populate the city centre 
• Close CBD off during certain hours 
 
These seem to be the best points that could be used in Toowoomba. The hardest to 
accomplish would be populating the city centre. Toowoomba isn’t really set up to have 
residential access above the shops in the main street. This point really depends on 
developers changing the zoning and building something that can comfortably house 
singles and couples. 
A good compromise to allow services into the city centre is only stopping traffic from 
entering the centre during certain day time hours. A good compromise of times is 10am 
to 4pm. This isn’t so early that courier services have to start their pickups lots earlier 
but is also early enough that the majority of shoppers would not be shopping yet. This 
similarly goes in the afternoon. This also doesn’t affect refuse collection in the CBD 
because council currently collects it starting at around 5am through to 6.30am. 
All of the cities that have pedestrianised have all followed these same basic principles to 
achieve it. These points are a tried and tested way to pedestrianise a city. 
5.2 Problems Associated with finding Car Parking Solutions 
 
If the parking is vastly improved in the area’s mentioned above, the capacity of the 
surrounding streets will need to be looked at. Many of the streets surrounding the CBD 
are quite small and can only cater to a small number of traffic. A small number of 
streets actually exit between various buildings and cross over the foot path and on to 
Margaret & Ruthven Streets. These streets are very narrow and visibility is quite poor to 
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be able to redirect a large amount of traffic through them. Road widening in these 
particular instances is also not possible because the lanes are as wide as they can go 
between the buildings. 
Another aspect that needs to be taken in to consideration is that the cars that use these 
narrow lane ways actually have to cross the foot path in order to get onto the road. This 
would only pose a problem after business hours only if the roads were closed to all 
traffic through the day. 
The best possible solution I feel is that car parking options suggested above the old 
railway station yard and improving the Neil Street car park. Constructing a new car park 
above the railway yard would be more difficult and more costly than the redevelopment 
of the Neil Street car park. If a car park were to be built above the old railway station 
there would be problems getting Queensland Rail to agree to it because it would disrupt 
their use of the railway station for their own purposes. The surrounding streets (with the 
exception of Scholefield Street) are quite wide and would need minimal work make an 
entry for the car park. 
The best entry for the car park would be on Station Street because it does not carry as 
much traffic as Russell Street (which is up to 1,000 cars per hour) and it is quite wide. 
There would have to be some sacrificing of parks on Station Street to accommodate an 
entrance to the car park. 
The other option, which is more viable in my opinion, is to improve the current car 
parking facilities at the Neil Street car park. The entry on Neil Street could still be 
satisfactorily utilised, as with the entry on Annand Street. Annand Street is a fairly quiet 
but quite wide street which could easily accommodate extra motor vehicles. Annand 
Street is already a dead end street as the only exits from the northern end are via small 
lane ways through business’ and onto the main streets. This would aid traffic flow as 
there will be no waiting for cars turning right, thus no need for turning lanes etc. 
I would expect quite a large number of cars to use this car park, as this car park is 
already popular with workers and shoppers. I would possibly suggest that the number of 
cars that would be travelling down that street (after changes) would be approximately 
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the number of car park spaces in the new car park plus 20 - 30% per hour. It is 
important to keep in mind that not everyone that enters the CBD in their motor vehicle 
actually wants to park in the CBD. Some may want to just pass through the CBD, not 
actually shop. These people can easily take other streets to bypass the CBD. 
If car parking in the CBD is reduced down quite a bit (gradually) it would not have the 
most desirable impact of utilising the existing infrastructure that is present at the Herries 
and Water St Car park. The majority of down town shoppers would prefer to use the 
Neil Street car park. 
5.2.1 Park and Ride System 
 
This particular system aims to get less 
people travelling into the city centre by 
having either bicycles for hire at car 
parks or a pick up zone in the same car 
parking complex. Once the people park 
their cars they catch the bus or ride the 
rest of the way to their destination. The 
first example of the Park & Ride system 
in the UK was initially done in Oxford.  
This means less congestion of cars driving into the city centre as these car parks can be 
placed around the exterior of the CBD area in easy to get to spots that are very close to 
most probable destinations. The park and ride system is not used for long term parking. 
It is only used throughout the day for car-poolers and individuals to leave their car there 
throughout the day while they are at work or shopping and to be collected after they 
have shopped or knocked off work. 
  
Figure 8 Park & Ride Signage (Wikipedia, 2008) 
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5.2.1.1 Positives 
 
The benefit of this system becomes more apparent in larger cities where parking is of 
more of a problem. One such example of this would be Brisbane. In some areas of 
Brisbane it can cost $25 a day to park your car if you work in the city. 
Using this system, workers can park their car outside of the city centre and avoid the 
higher parking costs of the CBD. In a city with an extensive pedestrian railway system 
the park and ride system can incorporate large car parks at railway stations.  
This system can end up quite widely used because, depending on the council of the 
area, users can park their car for free in the car park and then pay to catch the train, bus 
or rent a bicycle. This not only ends up very cost effective for the consumer it also helps 
the environment through less carbon emissions from cars driving less distance. 
5.2.1.2 Negatives 
 
This system has the potential to work out quite well for the council involved in getting 
the project up and running through extra fares from either charging for parking or 
charging for the mode of public transport that leaves the parking facility. 
The possibility of this being accepted is fairly low. The extra effort that drivers will 
have to put in will be off putting for them. Most drivers will not want to make stops just 
to park and then have to catch another form of transport and then have a possible walk 
to their final destination. 
5.2.1.3 Bicycle Storage 
 
Cities, such as Copenhagen have bicycles that can be rented by anyone to get around the 
city. These bikes are maintained by the local council. The beauty of the bicycle system 
is its simplicity. There is no need to have manned stations everywhere and only periodic 
maintenance is required to keep the system running smoothly. 
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The system works by having quite a few bicycle parking stations scattered throughout 
the city that anyone who wants to get from one side of the CBD to the other can rent 
one. Once they get to their destination they put the bike back into the nearest parking 
station and are refunded their money. The refunding of the riders money is a great 
incentive for the public to actually bring the bikes back rather than leaving them 
somewhere.  
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6.0 Results 
6.1 Survey Results 
 
As can be seen in Figure 9 below the most popular intersections for pedestrian activity 
is in fact right in the heart of the city. Although the study area that I looked at is quite 
large, this, in my mind, definitively proves that only Margaret Street and Ruthven Street 
need to be pedestrianised, if council, shoppers and store owners had have been in favor 
of pedestrianisation.  
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Figure 9 Greatest Pedestrian Activity (Google, 2008 [Modified]) 
 
Pedestrian activity at other intersections drops away quite significantly after these four 
intersections. This is shown in Figure 10 below.  
The reason for the inclusion of Neil and Margaret Streets was that the next highest 
intersection of pedestrian activity was almost 60% less than the activity of Neil and 
Margaret Streets. After this drop the data tends to even out quite a lot and there is no 
discernable difference between the lesser used intersections.  
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Figure 10 Pedestrian Activity / Hour 
It is interesting to note at this point that there seems to be no correlation between the 
traffic volumes at a particular intersection and the number of pedestrians that choose to 
use that same intersection. This is demonstrated in Figure 11 below. As can be seen in 
the graph, Russell and Ruthven Street and Clifford and Herries Street share almost the 
same average number of cars per hour (5.5% greater traffic volumes are present at 
Clifford and Herries Street) but there is 19 times more people using the Russell and 
Ruthven St intersection. 
It is also interesting that Neil & Margaret Streets has the lowest number of cars per hour 
while Herries and Ruthven shows that around 130 people per hour use it (about average 
for pedestrians numbers in this study) it has the highest number of traffic volumes of 








Pedestrians / Hour at Various  
Intersections
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Figure 11 Pedestrian and Traffic Volume Comparison 
6.2 Surrounding Streets 
 
If Ruthven Street (from Russell through to Herries) and Margaret St (from Victoria 
through to Neil St) are to be closed off to vehicular traffic the surrounding streets will 
have to cope with the excess traffic.  









Pedestrians & Traffic Comparison at 
Various  Intersections
Pedestrians / Hour
Average Traffic Volume / Hour
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Table 1 Displaced Traffic Volumes 
Street Name Vehicular Traffic Usage (cars per 
hour) 
Margaret & Victoria Streets 700 - 850 
Ruthven & Margaret 1200 – 1500 
Neil & Margaret Streets 400 – 500 
Russell & Ruthven Streets 650 – 800 
Ruthven & Herries 1000 – 1250 
 
This table only covers the streets that would be blocked off. Some of them have quite a 
high number of cars passing although; on streets such as Herries and Ruthven a lot of 
the traffic data that was collected was through traffic. The figures presented in the 
above table show the worst case scenario of cars that would normally try to drive down 
there. 
6.3 Shopper and Store Owner / Worker Survey 
 
I have surveyed 27 shoppers and 10 stores which gave me the results listed in Table 2. 
Similarly to the pedestrian and traffic survey that I conducted, this one was also 
performed at random as much as possible to provide ‘even’ results.  
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Table 2 Survey Results 
Survey Results 
Would you use the CBD more if it were pedestrianised? 
37% Yes 
63% No 
Which would you be more likely to use – the Neil St car park 
or Herries and Water St? 
33% Herries St 
45% Neil St 
22% Neither 
Would you be in favor of pedestrianising the CBD? 




6.4 What Pedestrianisation has Cost Others 
 
There is going to be some error in the evaluation of this when comparing different times 
(i.e. costs from 1990 onwards to today’s money). For the redevelopment in Larissa the 
cost was €7,727,000. This was converted over with the exchange rate from the 24 
October 2008 (xe.com, 2008) shows that this, in today’s money would actually equal 
approximately $15.3 million. This of course does not take into account growth rates. 
The breakdown of costs that I have does not tell me in which years these costs were 
incurred, so for an example I’ll assume 1995 (which is the approximate middle of 
construction time). If there is a growth rate of 6% p.a. this would actually mean 
approximately $32.5 million to convert it over in Australian dollars. The costs have not 
been divided into individual phase costs. 
That price that was given by the Larissan Urban Development Department included the 
pedestrianisation of city squares, the improvement of public space and renovation of the 
city centre and the reconstruction of foot paths. 
In Australia, things will differ with regards to pricing. The cost of materials and labour 
is different to overseas countries. A project of this size and cost would probably need 
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some government funding to be able to be completed without relying entirely on rate 
payers. 
6.5 Car Park Results 
 
If the town centre was to be pedestrianised a relocation of car parking spaces needs to 
be done. 
The problem with finding parks will only be exacerbated if cars cannot park along the 
main streets. That is potentially 250 cars that will have to find parks elsewhere, when 
the car park spaces along Ruthven and Margaret Streets are taken away. 
Seeing as the results from my Shopper and Store Owner survey did not favor 
pedestrianisation right now, this shouldn’t mean that the provision of more car parks in 
the future should be ignored. 
6.6 Crime in the CBD 
 
Carrying on from what I was 
saying in chapter 4, it will 
depend on how much 
pedestrianisation is done in 
the town centre. If there was 
to be four blocks all to be 
pedestrianised in one large 
group with exclusive 
pedestrian access I could 
foresee crime rates in the 
CBD going up. This is because at night times there would be less people driving past 
and ‘keeping an eye’ on the shops.  
Figure 12 Markets at the Palms Shopping Centre in Coffs Harbour, 
NSW (Coffs Harbour City Council, 2008) 
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I have spoken to someone that has experienced the full scale pedestrian mall turn into a 
crime riddled mall. Ian White, an engineering surveyor from Coffs Harbour, told me 
about when the Palms Shopping Centre was redeveloped that this combined a few 
blocks of shops that was pedestrian access only. Ian told me “it did the usual thing of 
being a pedestrian mall for a few years which increased crime and slowed down 
business before being reopened to traffic with a dangerous shared traffic zone where 
people wander like sheep”. 
This is why I believe that a designated pedestrian only time in the city centre throughout 
the day, which reverts back to allowing cars to drive through from late afternoon 
through to early morning is the best option for Toowoomba, if pedestrianisation was to 
go ahead. 
This way the crime levels in the CBD would stay fairly constant as there would still be 
cars (therefore people) driving around the city centre at night and keeping some of the 
criminals away. The problem would get worse if there was no vehicular traffic through 
the night, then people could behave and do whatever they want without as much fear of 
getting caught. 
Having a pedestrian mall has its own set of problems, such as “people wander like 
sheep”. If pedestrians were given exclusive access throughout the day to “wander like 
sheep” I believe that there would be very little harm created. After all, there isn’t going 
to be a lot of service vehicles and busses are very big and quite easy to hear and see. 
6.7 Main Roads Pedestrian Crossing Facilities Guide 
 
This was one of the points that I would have liked to have covered in this research 
project but unfortunately the time restraints meant that I could not accomplish it. 
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7.0 Discussion of Results 
 
This section will contain some limitations that I have come across while researching 
and collecting data. The first problem that I came across very early on throughout my 
project is the collection of traffic data. I have collected the data myself. I initially 
approached the council asking about what data they already had on file to see if any of 
their data was of any use to me and my project. Unfortunately when I enquired about 
putting some traffic counters out on various intersections around the CBD the council 
was ‘not prepared to do that’ for me. Council did provide some data for me but it was 
three years old, so the decision was made to collect all current data. 
The data that they supplied to me was very good but it was more out of date than what I 
was expecting. The number of sites was also fairly limited as it wasn’t in the ‘heart’ of 
the CBD like I was hoping. As I was going out onto site to collect pedestrian data 
anyway I decided to do some vehicle counts to get some more up to date data. 
By collecting the data myself, I ensured that the data was of recent traffic situations, so 
that I could produce a more accurate report without referring to old data. I also wasn’t 
relying on my memory of three years ago to try to put things into the same timeframe.  
Counting and keeping track of everything from scratch was the hardest part as I did it 
all myself. Due to the flows of traffic and pedestrians crossing the roads at intersections 
all at the same time I was unable to keep track of how many cars turned right, left or 
went straight through the intersection. The traffic figures that are given for intersections 
show the number of cars passing through that side of the intersection in a particular 
hour, whether they are turning left, right or going straight through. 
Another major limitation with the data that I have collected is due to seasonal variation 
in the numbers of people that would be walking around down town. I surveyed too 
many intersections that I could fit all within a single month. There is more of a chance 
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that there would be more people walking around during the summer (warmer) months 
than during the winter months. My traffic counts will be largely unaffected as I didn’t 
perform any of the surveys during such times as the Carnival of Flowers Festival when 
there is an influx of visitors into the city. This helps to keep the data fairly reasonable. 
A fairly minor point which I feel won’t affect this report too much is the exclusion of 
some intersections within my designated CBD area. I have surveyed all the intersections 
that I would class as ‘major’ ones (toward the city centre) as well as some of the smaller 
ones to get a good feel for where things were happening in the CBD. To survey all of 
the intersections in my designated area is outside the scope of my project but is 
definitely an area council can look into if they would like to look into pedestrianisation 
further. 
The people of Toowoomba are used to being able to park right outside their favourite 
shops in the CBD. If the two of the busiest streets in the city centre are closed to traffic 
provisions have to be made for people that don’t want to park that far away from the 
CBD. 
7.1 CBD Attractions 
 
As can be seen from Figure 6 (above (page 23)) the more dense area for people to 
congregate is the area around Margaret and Neil Streets at night and around Margaret 
and Victoria Streets during the day. It is quite easy to see why the Margaret and 
Victoria streets would be so popular through the day. It is one of the streets between 
two large shopping centres. The reason why I think the Margaret and Neil Street area 
will be the busiest at night is because it is quite close to three pubs, a cinema and the 
Empire theatre. Although there is not likely to be shows starting at the theatre at 
10.30pm, it is quite possible that a show can be wrapping up, a movie at the cinema’s 
just starting and finishing and also pub patrons down for a night on the town. 
The Neil Street car park is always very full throughout the day and this is also true at 
night due to its close proximity to down town culture. 
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7.2 Car Parking above railway stations 
 
The building of a car park over the existing railway lines is particularly difficult because 
the train station, although now unused for human transport, is still used for the 
transportation of goods throughout the Darling Downs. The car park would have to be 
constructed with minimal intrusion to Queensland Rail and their operations from there. 
This would be a useful utilisation of space as there is no need to demolish buildings and 
there is the added benefit of the functionality of a new car park.  
7.3 Underground Car Parks 
 
If council were to put a covenant on all new buildings to have underground car parking 
built in, this would go some way to solving parking problems. This would mean that, 
when opened to the public they wouldn’t be able to get much closer to where they need 
to go, thus eliminating the problem with the water street car park (of going mostly 
unused).  In order to make this option more attractive to developers’ council may have 
to reduce their fees and rates to help offset the extra design and construction costs. If the 
deal is made attractive enough council may still be able to charge for car parking in 
these buildings. This will take a great amount of time to complete, so this will need to 
be taken into account with other ‘quick fix’ methods. 
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8.0 Conclusion 
 
To get a better understanding of what is happening, not to mention around the clock 
figures for traffic passing through intersections it would be beneficial for the council to 
do more in depth studies of some of the intersections that make up the CBD, if it 
deemed this subject to warrant further investigation. If council were to go to the trouble 
of counting cars at intersections through the day, it would also be worthwhile if they 
also counted pedestrians for the same period of time that they were counting vehicles. 
The use of automated traffic counters could also be used effectively to acquire data of 
surrounding streets that may have to take the extra traffic if some of the streets were 
blocked off. The longevity of these surrounding streets will also have to be looked at to 
ensure they will last a reasonable amount of time. 
The surveys showed that 30% of store owners and 37% of shoppers approached wanted 
the CBD pedestrianisation to proceed while an overwhelming majority of both shoppers 
and shop keepers did not want the pedestrianisation to go ahead. 
In regards to crime in the CBD, I feel that if the CBD was to be pedestrianised 
sometime in the future it would be best to only have dedicated pedestrian access 
throughout the day with normal vehicular access late afternoon through to early 
morning. This will have to be reassessed if pedestrianisation does seem viable in the 
future. It is because of Ian’s (White) firsthand experience that I believe that a fully 
pedestrianised town centre with exclusive pedestrian access is not feasible for 
Toowoomba. 
As the CBD has already recently gone under a major renovation to revitalise the down 
town area, and combined with the fact that an overwhelming majority of shop keepers 
and shoppers do not want to see the CBD pedestrianised, it is my decision to 
recommend against the pedestrianisation of the CBD area. 
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If the CBD were to be pedestrianised in the future the option of allowing public 
transport and service vehicles to drive through the area throughout the day and night is 
the most logical choice at this stage. It does not upset shop keepers or taxi and bus 
companies. 
As I found, not all of the widely used pedestrianisation techniques are suitable for 
Toowoomba even thought they have worked elsewhere around the world. 
Due to the complex nature of upgrading existing car parking facilities, the costs 
associated with converting to a “pedestrianised” CBD area and the majority of 
Toowoomba citizens that were surveyed saying that they didn’t want the project to go 
ahead, I must recommend against pedestrianising the town centre. 
The pedestrianisation of the CBD should again be looked at in the future once 
Toowoomba has grown larger and might be able to accommodate the radical change to 
the town centre. A broader spectrum of people to interview would also be quite helpful 
if this was to be investigated. 
The existing parking facilities in the town centre should be upgraded in the near future 
as the current facilities are not coping. The citizens that I spoke to said that they would 
welcome more car parking in the city centre. A single or combination approach to solve 
parking problems that I have mentioned could be worth looking into further. 
The use of a “park and ride” system in Toowoomba would not be beneficial as all areas 
of Toowoomba are still quite accessible even in peak hour traffic when compared to 
larger cities like Brisbane. 
I feel there would be added benefits for the community to have more walking routes or 
points of interest in the CBD. More area’s similar to Alford Park (running alongside the 
Library, parallel to Victoria Street) need to be incorporated into the city centre to help 
lure some people back into the town centre. 
Overall there have been positives and negatives come from this research project. Some 
of the ideas can be taken on board easier than others. I look forward to seeing what gets 
implemented in the future. 
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10.0 Appendix A – Project Specification 
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11.0 Appendix B 
11.1 Traffic and Pedestrian Survey Results 
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